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XECUTIVE SUMMARY

The Statewide Railroad Industry Context was undertaken by the
Georgia Rails Into Trails Society, in conjunction with the Georgia
Department of Natural Resources Historic Preservation Section and

the Trust for Public Land. The purpose of the project was to
identify abandoned railroad rights of way in the state of Georgia,
to describe and catalogue historic structural and archaeological
resources to be found along the historic railroad rights of way,
and to develop a preservation plan for these cultural resources.

Historically, Georgia had the most active railroad system of
the southeastern United States. It experienced phenomenal growth
in the latter half of the nineteenth century through the 1930s, at
which time the first massive abandonment of track occurred in the
state. Since railroads were first introduced in the state of
Georgia, approximately 3400 miles of common carrier line have been
abandoned, more than three times the figure anticipated at the
outset of this project. This figure does not include the numerous

private spur lines or railroads which were never completed.

The contributions of the railroad to Georgia's history have
“been increasingly ignored. The development of the railroad in the
?Tstate of Georgia changed the whole economic structure from a very
locallzed one to an economy of more national scope. In addition,
itLE}tered the settlement pattern from communities clustered around
fthe coast and waterways to towns and municipalities scattered
;rOUghout the state. Further, it changed the very development of

': towns, and created a recognizable form, commonly called a
railroad town".

@ Although the State Historic Preservation Office had previously
: nSidered certain structures discussed in this report as eligible
}thllStlng in the National Register of Historic Places (including
f;eszges, bridges, and depots), it has been concluded that the
gle most character—deflnlng feature of the historic rail system
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in the state is the railroad bed itself, particularly when combined
with the supporting structures identified above and elsewhere in
the report. Given the large number of abandonments in recent
years, it appears that the rail network which was historically in
place in the state of Georgia is likely to disappear unless steps
are taken to preserve it.

Various alternatives for preservation of these rights of way
and their supporting structures are explored in the preservation
plan. The alternative which currently appears to be the most
feasible is that of converting abandoned railroad rights of way
into muscle-powered transportation and recreation corridors. The
recommendation of this study is that a plan be developed to provide i
for rail-trail conversion upon future railroad abandonment in the
state, and to encourage cooperation between public agencies and ,%
private concerns to facilitate future rail-trail conversions, as

well as to encourage the conversion of previously abandoned
railroad rights of way.

The public agencies named in the preservation plan include the @
Department of Natural Resources Parks, Recreation, and Historic-%
Sites Division; the Georgia Department of Transportation; ; and the’
Bureau of Industry, Trade, and Tourism. However, participatioqfu
should by no means be limited to these agencies. Private companieéx :
which were mentioned in the plan are rail companies, and utility &
cooperatives. Non-profit organizations which are involved in theééf
efforts include the Georgia Rails Into Trails Society, and théf
Trust for Public Land; other conservation advocacy groups are al§§;
implicitly included. Local municipalities, chambers of commerce;
citizens, and businesses are encouraged to become a part of
discernment process.

these trails. Given the currently accepted figure of a.



expenditure per person per day on a trail, this would bring over

$270,000,000 to Georgia's economy throug
Presently, there are rail-trails in forty-
total length of 4500 miles of transportation/recreation corridors.

h the tourism industry.
one other states, for a

Governor Zell Miller should be apprised of the fact that these

1000 miles of abandoned railroad right of way for which conversion
nslate into approximately

into trailways is currently feasible tra
11,760 acres of land. This land could easily be converted into

and would constitute almost 12% of Governor Miller's
one hundred thousand acres of public land
by the Yyear 2000 (popularly

public land,
goal of the addition of
to be added to the state of Georgia
known as "Project 2000").

there has been a loss of rail service in the past
he economy in rural towns

To sum up,
70 years which has ljed to a shrinking of t
In addition to this, Georgia's railroad heritage

across Georgia.
has been largely ignored. The development of a policy to actively
hts of way into

pursue the conversion of abandoned railroad rig
and recreation corridors would

muscle-powered transportation
would promote

~ fulfill many of the immediate goals of the state,
and would bring in millions of

In addition, this conversion

conservation of our resources,
dollars to the economy each year.

-';would enable Georgia to reclaim its exte
any time this were to become the preferred method of transportation

nsive rail network if at

%gnce more. In this way, Georgians can increase the quality of life
?’F_rrently enjoyed, boost the economy, add to the open spaces

"y 5

¢ available to citizens, and at the same time provide for future

transportation needs.




SYNOPSIS

This is an overview of the report to enable easy access to the
desired information. The report was written in sections to further
simplify the reading, writing, and dissemination. The sections and
their descriptions are as follow:

Introduction/ This includes a brief history of the railroad
History in Georgia, and explains the significance of
this mode of transportation to the state.

Methodology Quite simply put, this is a discussion
section which mentions how I obtained the
information presented, with suggestions for
further research.

Numeric This section offers statistics showing

Analysis numerically the extent to which railroads
have covered the state of Georgia and the
potential for economic revitalization when
abandoned rights of way are recycled.

Inventory This is divided by Regional Development
Center boundaries, and describes the
resources found along each line and the
condition of the right of way.

structures This section describes more fully the various
railroad structures which can be found in the
state of Georgia. This section has
accompanying illustrations.

Archaeology This section describes how one can piece
together an abandoned right of way, even if
it has been abandoned for many years. There
are descriptions of possible remains of the
various structures described in the

introduction.
Preservation This section includes recommendations for
Plan various groups concerned with the

preservation of our rights of way and other
railroad-related historic resources. It
concentrates more on the future than on
rights of way which are currently abandoned,
and looks at possibilities for alternate uses
of railroad rights of way, structures, and
buildings.
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Appendix A is a compendium of maps drawn for
each decade between 1890 and 1990 which
describe graphically the history of activity
of all the abandoned lines in the state.

Appendix B is a list of abbreviations of
railroad company names, to simplify the
reading of the other appendices.

Appendix C is a list of railroad lines, with
the corporate history of the line outlined up
to abandonment.

Appendix D is a brief history of the
abandonments of all railroad companies in the
state of Georgia.

This section is a glossary which defines
terms used throughout the report which may be
unfamiliar to the reader.

This section is the bibliography. It
includes a list of recommended reading (by no
means all the resources available on the
subject of railroads), as well as a list of
useful bureaux and offices. This section
also includes the names of individuals who
have an extensive knowledge of railroads, and
who could be sources of information regarding
railroads throughout the state of Georgia.



INTRODUCTION

1s growth has always been dependent upon available

Georgia
puring the pre-colonization period when the state

ansportatlon.
s inhabited by Indian populations, Georgia was traversed by

f@rsheds (for north-south movement), and various footpaths which

'1sscrossed the state, generally going east-west. By the time the
Great Experiment" was established by James Oglethorpe, the network
ﬁ*quite extensive, and effectively covered the state. Since
Georgia's system has evolved into a° network which

-
ates multiple modes of transportation; this has enabled the

- corpor
| 's population to expand to the size it is today.

; for the purposes of a hunter-gatherer population, the
.paths which linked the various villages were adequate.
er, when the area to be known as Savannah was settled, a
ony based on agriculture emerged. Crops were produced for
ort as raw materials, to be used in manufacture (generally in
LrBritain). As it was the main source of income for the
lany, transportaticn costs to the sea ports were important to
"ng a profit, or even to bringing produce to market. The

_Aths in the area were widened to allow horses, and in some

.period. Although the colony claimed 1land beyond the
sippi River, the European population was largely unable to
885 the area. Lack of transportation in the beginning of the



latter half of the eighteenth century, which would allow passage
both with and against the current. The work was originally to be
completed by private charter, but the huge expense of the venture
Soon convinced businessmen that if the rivers were to be made
navigable, it would have to be done by the state.

By 1820, settlement had extended beyond the riverbanks due to
an increased population and the need for more land. With this
eXpansion was born the need for better overland transportation.
During this period, the turnpikes were created, which permitted the
bassage of stage coaches for a toll. Around this same time, the
idea of Creating a canal system to fully interconnect the waterways
was developed. This proved to be pProhibitively expensive, and only
one, the Savannah and Ogeechee canal, ever saw much traffic. The
turnpike system worked fairly well, and ensured the availability of
bridge Crossings (at least, to some extent). 1In 1821, the Board of
Public Works was commissioned, with the goal of designing a state
transportation system, to consist of roads, canals, and the newly
developed "railways",

At this point, the railways consisted of little more than
rails along which horses pulled specially designed "railway
carriages". They had never been built in the state, but they were
rumored to be much faster than any mode of transportation seen up
to than time. However, these were Soon converted to steam power,
and in 1833, the Charleston ang Hamburg Railroad reached the
Savannah River from Charleston. This was all the proof Georgia
needed to be convinced that railways were the "transportation of
the future", and the Same year, the Georgia Railroad was chartered.
Two years previously, a railroad had been chartered to run from
Eatonton to DﬁJledgeville, but the company never succeeded in
gaining public support for the project. Nonetheless, by 1841, the
Georgia Railroad's 1line stretched from Augusta to Athens.

Savannah feared that it would 1lose much of its trade to
Augusta, now that Augusta had direct transportation to the inner




-c regions of the state, and was almost connected by rail with
charleston, savannah's major seaport competitor. In 1833, a
* charter was developed to build a railroad from Savannah to Macon,
and the central of Georgia Railroad and Banking Company was born.
1n 1843, the line was completed through to Macon.

The cotton trade was now able to expand rapidly, since the
marketplace was suddenly much more accessible. As agriculture
spread further into the state, and more land was converted to
cropland, the railroads built shorter spur lines which fed into the
main lines. For many years, the Central of Georgia and the Georgia
Railroad did not connect, due to professional rivalry. In 1854, a
connection was finally made from Millen to Augusta, and opened up
the state to further trade.

Another result of the railroad's expansion across the state
was the ability to commence mining operations on a much larger
scale. Georgia had a rich supply of kaolin which was exported to
brick factories in the north; without transportation capable of
hauling heavy loads, this resource was useless. The same can be
said for Georgia's coal deposits. Once the railroad network had
expanded with the spur lines, along with the two main lines to
shipping ports, coal could be exploited on a much larger scale than
had previously been possible.

Meanwhile, in 1851, the state-owned Western and Atlantic
Railroad Company built a line from the chattahoochee River in North
Georgia to Chattanooga, Tennessee. This line was intended to
connect Georgia to the midwestern states to further the South's
exportation goals. It was decided that the line should also
connect with other lines within the state of Georgia, so the
Central of Georgia and the Georgia Railroad both extended their
lines, and all three met at a post office by the name of White
Hall. This was the founding of Atlanta.




Town development was greatly influenced by the railroads. No
longer were small settlements developed around trading posts, but
societies were created around the railroad. 1In the days of the
steam locomotive, many stops were required to take on wood, coal or
water, and various coaling and watering stations were set up
throughout the state. When the train stopped to take on the fuel
freight and passengers could easily come on board or alight from

’

the train. For this reason, depots were often built at these
stopping points along the 1line. Towns quickly grew up around
depots, and the "railroad community" was born. So common is this
development that it has been defined as a type (Darlene Roth,

Georgia Community Development and Morphology of Community Types,

(1989)), and could consist of a railroad community, a crossroads

community (railroad crossing a major road), and a crossrail
community. Further, in studying individual towns today, it is
often possible to discern whether the town was developed because of
the railroad, or if the railroad was built through an existing
town, due to the placement of the tracks in the community. More on
this can be found in the section on archaeology.

Georgians' lives were greatly affected by the advent of the

railroads. Apart from being able to make a living farther away‘-l

from the major ports of Savannah and Augusta, they were now able to
travel freely, and for much longer distances. Settlement and
family life changed from a clustered society to a further-flung
group of inhabitants. Passenger traffic boomed during this period.

The depot rapidly became the center of town life.
Geographically, it was usually situated right in the middle of
town, and became a place to gather and socialize. There was always
an air of excitement in the depot, with all its hustle and bustle,
the arrival of relatives and friends, and the new goods coming in
on the freight cars. The depot also served as the official
disseminator of news. News which had frequently taken months in
the past came over the telegraph wires quickly and accurately,
without the embellishment and distortion which had previously
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T S TR SRR TSR e L S




~ed when news crossed similar distances via stagecoach
";llerS- To compound this, the station master was also the
. -."'ée of the nofficial" time. This was quite a novelty, as one
, __?reviOUSIY nad to contend with timepieces which weren't quite

rate, but whose inaccuracy was impossible to gauge.

1 With all its activity, the depot was a source of fascination
the young as well. The railroad truly seemed to be a "magic
 rp3t made of steel", and more than one youth dreamed of going to
nd:the source of the wonderful new goods which were constantly
jving on the trains. Most of the younger set hitched a ride on
wtrain for a few miles before going home; in fact, it became
{te a pastime. The railroad also took many young men away from
hzir towns of origin, lured by the tales of fortunes to be made
 iewhere. Many of them came back disillusioned, but this did not

B

.2 Up until the mid-eighteen hundreds, the railroads were built
= using mostly slave labor. During this period, many lines were
p;hstructed which are still active today. Because of the immense
%amount of labor required to build the road beds with their

léheap source of labor. After the Civil War, the railroads were
uilt using chain-gangs, another readily available source of labor.

'people were arrested simply to provide more labor for railroad
stconstruction. However, prison reform changed this in the late

When the Civil War swept through Georgia, one of General
Sherman's main objectives was to destroy the state's railroad
system, and with good reason. At this point, Georgia was the state
having the largest number of railroad miles in the southeast, as

‘"well as having ready transportation to the sea. In this goal, the
Federals succeeded, and in 1865 the state was faced with the




unenviable task of rebuilding the transportation network which had 
been constructed with such vigor over the previous thirty years.;
During this period, the state had very limited funds with which to §§
reinstate the railroad system, but without transportation, the§
state would not be.able to recover. J

Chain gangs were used as a ready source of labor during thei
Reconstruction; by 1880, the rail system had for the most part been;f'
recreated, and some new lines had been constructed. During this |
time, Henry Grady (among others) had been promoting his vision of
a "New South", one which was not dependent on Northern industry, a i
South with a large manufacturing base, and one which exported?*
finished goods rather than the raw materials which had previouslyii
been exported for manufacture. Plantation life could no longer be $i§
supported with the lack of cheap labor, and many former slaves fledf:'
to the cities to find work. Georgia's industrial base was able toji'
emerge only with the help of the rail system. Textile mills were @
set up, grist mills became more prevalent, and brick factories soon
became active as well.

Georgia was relatively unaffected by the first World War,fﬁ
particularly when compared with the devastation which occurred in!
the state during the Civil War. After World War I came a brief i
period of prosperity due to the war-time economy. Then came the;-
boll weevil, and Georgia experienced a drastic slump in cotton |
production and economic depression throughout the state. When the;L
Great Depression occurred in 1929, Georgia hardly noticed its?
effects, as the slump in the state was much worse locally. A greatj

emigration from the cities to farm land occurred, as the necessity ;
for self-sufficiency arose once more. Railroad miles were §
abandoned in great numbers; the lack of cheap labor due to theij
recent prison reforms combined with a lack of capital resulted in 8
no more lines being built.

During the second World War, the economy rallied, and a new §
prosperity was felt in the state immediately thereafter. At this §

W\




time, automobiles were owned by many Georgians, and passenger rail
service experienced a decline. However, freight service was still
going strong. The rail industry stayed 1level for nearly two

decades.

In the 1960s, the interstate highway system was implemented,
and with this new transportation system came a great blow to the
railroad economy. The trucking industry was born. The movement of
freight soon proved to be cheaper using trucks, due to the low cost
of fuel during this era. Since that time, both people and
jndustries have grown to cherish the independence which is
engendered by the automobile and shipping trucks.

For this reason, in the mid 1970s, there was a large
abandonment of rail lines, and a process of company mergers came
into force. Throughout railroad history, rail companies were never
very strong financially and often went bankrupt before a line was
completed. During the 1960s and 70s, a few major rail companies
started to expand their interests by merging with short lines, and
in the 1980s, Georgia became a state with only two major freight
carriers, six or seven short lines, and only one passenger carrier.
This was a drastic change from the old system whereby there were
hundreds of short line companies operating throughout the state,
and carrying both freight and passengers.

In 1991, the state of Georgia has seen nearly forty percent of
its railroad miles abandoned. At present, there are approximately
4850 miles of active line in the state; there are around 3400 miles
of abandoned railroad rights of way.



Georgia has continued to grow since the highway system came
into existence, and with the state's expansion has come a marked
loss of identity. Almost half of Atlanta's inhabitants are not
from Georgia. With this influx of new cultures and heritages,
Georgia's unique character is rapidly disappearing. To visitors,
the state is becoming strings of cities along interstates, all of
which look alike. Not only have these cities in Georgia begun to
look alike, but they look like any other part of the country. For
this reason, many people have started protesting this loss of
culture, searching for ways to preserve those aspects of Georgia's
heritage which make the state unique.

With this in mind, I have traveled all over the state of
Georgia during the past six months in an effort to find out if it
is indeed too late, or if there is in fact something of Georgia's
railroad heritége still to be found. Many things have been written
about the locomotives which traveled along Georgia rails, but
little had been done to categorize the many types of structures.
These various structures are the tangible remains of the railroads
which at one time stretched across the state, making it a vibrant,
living expanse of land.

We are faced with the task of trying to describe what 1life was
like for those living a hundred Years ago (or more), and the number
of railroad structures which could be studied is dwindling. If a
certain type of railroad structure was built from a standard plan
across the state, but there are almost none left, the structure
becomes significant, not only on a local level, but for the entire
state. These remains help preservationists gain a better
understanding of how different towns related to each other, and how
their separate heritage embodied the culture of the state as a
whole.

In this way, the structures built by the railroads embody a
heritage which the communities still retain. Many of the




ctures stand as silent testimony to the industry of the people
populated the state during this period of history. Some of the
“tures which are left are amazing feats of engineering, and
~,_ﬁid pe left to teach our children and grandchildren about the
1ete1y different lifestyle which their ancestors experienced.

ffThis study contains a partial inventory of the structures left
wg the abandoned rights of way in Georgia. The lines which were
;1nc1uded in this survey were those in the southeast corner of
gtate which had been abandoned for more than fifty years, or
“of which we learned after I had left the area. The reason
he former is that these rights of way are more difficult to
and would have been impractical in the context of this
icular study. This by no means implies that there are no
30 stures left along those lines, nor that there is no value in
'ng them. The time constraints of this survey simply would not

p'at good could come of saving our abandoned rights of way?
*:}rst benefit has already been discussed: namely, a sense of
Qing to the state, a sense of heritage. There has been much
_reint about our loss of cultural identity, particularly in
jfion to those towns located along the interstates. Another
"n is common sense: What if we find the need to go back to
) 2 If all the lines are chopped up into small pieces
rlr rivate ownership, it would be prohibitively expensive to

ate so efficiently. Alternatively, if we find the need for
Irpads, much of the bed has already been prepared. The third



rights of way into muscle-powered transportation and recreation
corridors. Experience in other states has demonstrated that rail-
trails bring in large numbers of visitors who bring commerce to the
towns along the trails. Currently 45,000,000 people visit rail-
trails each year, and spend over 27 dollars per person per day in
the communities served by rail-trails. When considered separately,
each of these is an excellent reason to preserve our railroads, and

when taken together are almost indisputable.




METHODOLOGY
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i it puring this research effort, I had to do a variety of tasks to
accomplish our final goal. Among the various job titles which I
3 “held were library worker, historian, aerial surveyor, and field
“Oyorker. I had a wonderful support staff who helped me tremendously
“4n my efforts, two of whom deserve special recognition. Brenda
" “purnette is the moving force in G.R.I.T.S., the organization which
?“coordinated this research effort. Jack Baker is the pilot who
+ donated his expertise and the use of his plane for this effort.

In general, I stayed in a town that had a central location for
the region I wanted to survey. These towns were Tifton, Pembroke
(near savannah), Gainesville, Atlanta, Marietta, Tucker, and
Columbus. The time I spent in these towns varied from one night to
a few months. I stayed with families who had an interest in the

project and who wanted to help out.

2

e I usually consulted my map with a game plan of survey work to
be accomplished during the day, choosing the most sensible route
according to geography. I then went to one endpoint of the first
 railroad (usually the smaller of the two towns, if I had a choice),
“and looked for railroad resources. This usually entailed driving
‘straight to the old water tower in town, and looking for the most
‘obvious signs of a railroad. The easiest to identify is, of
course, a depot. However, there are others which are described
within the section on archaeology. If I found one of the
indicators of the railroad, I asked people who lived in the area
*Y apout the railroad: their recollections of it, when it was
abandoned, where it went, and what it carried. If there was no one
around, I generally went to the post office, or -- if it was a
county seat -- to the tax assessor's office. In the post office,
I asked if there was anyone in town who might know about the local
abandoned railroad (there always was someone), and then met with
the person recommended to me. I asked the same questions just to
get started, but I usually came up with more information by Jjust

!
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letting the person relate anecdotes. If I was in the county seat,
I went to the tax assessor's office and asked to look at the aerial
photographs (otherwise known as tax maps), and searched for signs
of the right of way that I was trying to track. Once the right of
way was found, I traced it on the map carefully, looking for signs
of buildings located immediately next to the right of way, or for
water crossings (which indicate that there may be a trestle or
bridge across it). While I was in the tax office, I asked for
Someone who might know more about the abandoned line which ran
through town, and then set up an appointment. It was never a
Problem to see anyone on the day that I came into town. It was
Phenomenal: everyone became really interested in the project, and
wanted to get involved.

Having done that, I then drove along the right of way; if it
was right next to the road most of the way, I kept a sharp eye out
for culverts which might be there, and for small trestles which
might not have shown up on the tax map. If the corridor was clear,
I occasionally drove on the bed to have a look at its condition,
and because I could often find trestles that were not visible from
the road.

This continued from town to town. I also went into a number
of libraries looking for sources of further information. I found

that some of the best Sources were from books on the county ;“f

history, but this was not always the case.

Occasionally, Jack called me to go flying with him in his
four-seater airplane. He picked me up in the local airport, and we
surveyed the lines by air. We found that it really helped if I had
pPreviously surveyed the line on the ground. We looked for a final
count on railroad resources along a particular line, and looked at
the bed's condition, with a view to turning it into a rail-trail.
We surveyed almost every single line in the state by air.

|
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Georgia Rails Into Trails Society also sent out questionnaires
to town planners, county officials, and members of G.R.I.T.S.,
asking about railroad resources in the various towns, of which I
also made use. The guestionnaires also helped in getting people
thinking about these valuable resources available to them. Another
source of information was the State Archives in Atlanta. These
mostly had information on two railroads (Atlanta and West Point,
and the Western and Atlantic). I learned more about the Central of
Georgia Railroad at the Savannah Historical Society, where the
archives for this company are stored. These records were extremely
useful for finding out about the standard plans which were used
during various time periods. I talked to Hal Wilson at the Georgia
Department of Transportation in Atlanta, and he gave me some very
useful information as well. The Public Service Commission (Don
McGouirk) was also a useful source. The one most important source
of information was from referrals which I was given. Every single
time that I pursued people recommended as being knowledgeable, it
was well worth the time.

During this project, I also had the opportunity to invite
students from Tom Scott's Georgia History class at Kennesaw State
College to help out. This served as their term project, and added
a good deal of information I would not have had without their help.
I oversaw 5 students in this manner, and they were all fantastic.
Their projects have added much to this report.

Although I have a good deal of knowledge about railroads at
this point, please be assured that at the start of the project, I
knew absolutely nothing about the valuable railroad resources which
we have throughout the state, nor would I have thought of them as
particularly valuable. I am a layperson, so to speak. From
personal experience, though, I would say that railroading is
absolutely gripping; I certainly 1look at the state very
differently now. If you are considering finding out about the
railroad resources in your community, no matter where it is, I say:



h;._
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"Go for it!!™"

You will have more fun, meet more people, and findé

out more information than you ever thought possible.
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NUMERIC ANALYSIS

The description below refers to the map at the beginning of
this section. The counties colored in soligd black indicate
railroad resources which include abandoned railroad rights of way
as well as active railroad lines. The counties which have been
cross~hatched contain only active railroads, and the counties which
remain uncolored had no common carriers within their borders of
which I am aware. However, it is probable that some of these
counties had privately owned railroads within their boundaries.
Out of the 159 counties in the state, there are only 5 counties
which were apparently not directly influenced by the railrocads. 1
do not know of any counties which contain only abandoned railroads
With no active 1lines. Therefore, the statistical breakdown of
railroad activity in the state is as follows:

Category Number Percent
No Known Railroad Resources 5 3
Active Railroads only 31 20
Active and Abandoned Railroads 123 77

This is a numerical way of demonstrating how profoundly

- railroads have affected Georgia, as well as showing the need for
further study of this influence on our history. This mode of
transportation quickly infiltrated the area. In fact, during
most of the history of the Southeast, Georgia has been the leader
in rail transportation. In 1850, Georgia had by far the highest
number of track miles in service, with 631 miles. This listing
includes Tennessee with no rail service, Kentucky with 28 miles,
Mississippi with 98 miles, and Alabama with 111 miles. 1In 1860,

o Virginia had the largest number of miles of rail service with
1771.16 miles active; Georgia was a close second with 1404.22
miles open. By 1880, Georgia had again achieved dominance, and
had 2459 miles in active service. 1In 1890, Georgia was once more
the leader in rail transportation in the Southeast, with 4593

Tx




jles of active rail service (James B. Jones, Railroad

ngVeJOEment in Tennessee, 1865-1920 (1987)).

To my mind, this map is one of the most exciting results of

o
this project, because it shows in brief how profoundly Georgia

~ has been affected by this mode of transportation. Currently,
there are over 3200 miles of abandoned track across the state,

~ gorming hubs, connections, and networks. As we lose these
~corridors, not only are we giving up the possibility of ever
having rail transportation in the state of Georgia again, we are
valso losing a large part of our heritage. This waste which
rocurs presently when railroad lines are abandoned is
unnecessary, as is demonstrated later in this report.

The average life span of one of these now-abandoned
railroads is 47 years. The shortest life-span of a railroad
§1whose construction was completed was two years; there were two
-railroads which survived the longest: 143 years. Of course,
there were several railroads which never had trains running; the
- companies went bankrupt before the grading was complete. These
were not included in this report, and would merit consideration
for further study. The average stretch of track had between two
and three owners, but several of the less financially sound lines
experienced seven or eight owners during their lifetimes.

One of the recommended approaches to preserving the
abandoned railroad corridors is the conversion of these rights of
way into multi-purpose trails. This would be possible for about
1000 miles of previously abandoned track. At present, Georgia
has approximately 57,000 acres of public land owned by the state.
In 1990, there were 14,923,543 visitors to state parks and

historic sites; these same people are likely to visit rail-trails
and the towns along them.

If these 1000 miles of previously abandoned railroad rights
of way were converted into muscle-powered transportation and
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recreation corridors, approximately 12,000 acres would be added ;
to the state park system. This is approximately 12% of Governor b
Zell Miller's goal of the addition of 100,000 acres of public
land for the state of Georgia by the year 2000. Using accepted
figures based on experience in the 41 states with rail-trails,
these one thousand miles of linear park would attract
approximately ten thousand visitors per year. On the average,
$27 per person per day is spent in the towns along a converted
corridor of this type. This could generate an additional
$270,000,000 for the state of Georgia through the tourism
industry. This is a high return on initial investment costs for 3
a project of this type. When considered along with all the other.f;:
benefits of conversion, this does appear to be a wonderful a
opportunity for the state of Georgia.
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INVENTORY OF RIGHT OF WAY

This section describes the condition of the abandoned lines
which crisscross the state. The description includes a brief
. corporate history, as well as a subjective assessment of potential
-~ for conversion to a muscle-powered transportation and recreation
corridor and details of structures to be found on the right of way.
. This section is intended primarily as a reference, to be used
i during the planning process. It is written to be informative for
‘jocal governments, citizens, and public and private agencies alike.
* por those who have an interest in finding out more about the line
-'which goes along the back edge of their property, this is a handy
_reference. For county Department of Transportation offices which
are interested in using abandoned railroad corridors to promote
muscle-powered transportation, this reference can show the
abandoned lines in a particular area, as well as describing the
right of way's potential. The local Department of Recreation can
_use this reference in the same way. Of course, the use of this
particular section i not 1limited to those parties I have
- specifically mentioned. However, this section is not intended for
_. light reading, as are some of the other sections in this report.

To provide easier access to the information, it is arranged
geographically by regional development center (RDC) boundaries.
Railroad lines which cross RDC boundaries will be listed at the end
. of this section. A map of the RDCs is supplied in the front of
- this section; individual RDC maps are supplied with the
_ accompanying description of the lines within each area. Lines are
" marked with black lines, and have been labeled.

It should be noted that all corporate histories are derived
directly from Mr. Comer's Railroad Abandonments in Georgia unless
otherwise cited.
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